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Description

TECHNICAL FIELD

[0001] The present invention relates to technologies
of providing driving assistance for avoiding a solid object
existing in the course of the self-vehicle.

BACKGROUND ART

[0002] There has been developed heretofore driving
assistance systems that detect a solid object existing in
front of the self-vehicle and, if a collision of the self-vehicle
with the detected solid object is predicted to occur, warns
the driver or automatically performs driving operations
for avoiding a collision of the self-vehicle with the solid
object.
[0003] In a known technology pertaining to the driving
assistance system as described above, a solid object
existing around the self-vehicle is detected using a cam-
era, a laser radar, or the like, and assistance for steering
and/or braking operation is performed based on the de-
gree of risk determined in relation to the type of the solid
object and the time to collision (TTC) (see, for example,
Patent Document 1).
[0004] WO 02/08010 discloses an automatic brake
and steering system for a vehicle containing a sensor
unit for sensing vehicle state variables and vehicle char-
acteristic variables and ambient conditions. To carry out
automatic avoidance manoeuvres with maximum safety,
an avoidance route is determined if there is an obstacle
in the path of the vehicle, in which case, if there is a further
obstacle on the avoidance route, the strategy for deter-
mining the avoidance route is applied once more. If it is
not possible to find a collision-free avoidance route, that
route on which the difference between the remaining
braking distance and the remaining distance from the
obstacle is smallest is selected.
[0005] JP 2011-150473 discloses an autonomous ve-
hicle including an obstacle detection means, a traveling
obstacle determination means for determining whether
or not the detected obstacle is a traveling obstacle, a
map creation means for creating a map including the
traveling obstacle data, a marking means for marking a
coordinate position on the map on which the traveling
object data exist, a traveling obstacle detection means
for detecting the traveling obstacle at the marked coor-
dinate position before the lapse of a prescribed time, a
traveling obstacle deletion means, for leaving the
traveling obstacle data at the marked coordinate position,
and for deleting the traveling obstacle data at the other
coordinate positions every after the lapse of the pre-
scribed time, a path plan creation means for creating a
path plan based on the map on which the traveling ob-
stacle data relating to the marking are left, and a traveling
means for making this autonomous traveling object travel
in a traveling area according to the path plan.
[0006] EP 1 742 086 discloses a sensing system col-

lects position data associated with one or more obstacles
within a certain range of a vehicle. A former establishes
an occupancy grid based on the collected position data.
A motion monitoring module determines a reaction dis-
tance and a deceleration distance associated with a ve-
hicle at a regular time interval during an operational state.
A safety guidance module establishes a safety zone
(e.g., safety zone grid) for the regular time interval based
on the occupancy grid, the determined reaction distance,
and the deceleration distance.

PRIOR ART DOCUMENTS

Patent Documents

[0007] Patent Document 1: Japanese Patent Applica-
tion Laid-Open No. 2007-204044

DISCLOSURE OF THE INVENTION

Problem To Be Solved By The Invention

[0008] In the method of the above-described prior art,
it is necessary to calculate the degree of risk in regard
to the longitudinal (or front-rear) direction of the vehicle
and the lateral (or left-right) direction of the vehicle for all
of the obstacles existing around the self-vehicle. There-
fore, if driving assistance for avoiding a solid object ex-
isting in the course of the self-vehicle and then avoiding
another solid object is to be performed, the computational
load on the driving assistance system can be high.
[0009] The present invention has been made in view
of the above described circumstances, and an object of
the present invention is to provide a technology that en-
ables a driving assistance system that performs driving
assistance for avoiding a solid object existing in the
course of the self-vehicle to perform effective driving as-
sistance while keeping the load on the driving assistance
system low.

Means For Solving The Problem

[0010] To achieve the object, when a solid object that
can be an obstacle exists in the course of the self-vehicle,
a driving assistance system for a vehicle according to
the present invention determines a plurality of paths
along which the self-vehicle can travel by changing the
momentum thereof, designates an avoidance line along
which the solid object can be avoided from among the
plurality of paths, and changes the momentum of the self-
vehicle in such a way that the self-vehicle travels along
the selected avoidance line. If the plurality of primary
paths do not include an avoidance line, the driving as-
sistance system selects a candidate for avoidance line
(candidate-avoidance-line) using a distance to a point of
arrival at an avoidance area (arrival distance) as a pa-
rameter.
[0011] Specifically, the driving assistance system for

1 2 



EP 2 765 046 B1

3

5

10

15

20

25

30

35

40

45

50

55

a vehicle according to the present invention comprises:

recognition means for recognizing a solid object ex-
isting in the surrounding of a self-vehicle and gener-
ating information about a relative position of the solid
object and the self-vehicle;
setting means for setting a grid map representing
relative positions of the present location of the self-
vehicle, an avoidance area, a safe area, and an un-
known area on the basis of the information generated
by said recognition means, the avoidance area being
an area in which a solid object exists, the safe area
being an area in which no solid object exists, and
the unknown area being an area in which it is not
known whether a solid object exists or not; and
assistance means for, when the course of the self-
vehicle crosses said avoidance area in the grid map
set by said setting means, determining a plurality of
primary paths, designating an avoidance line from
among the plurality of primary paths, and changing
the momentum of the self-vehicle in such a way that
the self-vehicle travels along the designated avoid-
ance line, the primary paths being paths along which
the self-vehicle can travel by changing the momen-
tum of the self-vehicle, and the avoidance line being
a path along which the avoidance area can be avoid-
ed,
wherein when said plurality of primary paths do not
include a path along which said avoidance area can
be avoided, said assistance means selects a candi-
date-avoidance-line from among said plurality of pri-
mary paths using an arrival distance as a parameter,
the arrival distance being a distance to a point of
arrival at said avoidance area.

[0012] The "candidate-avoidance-line" mentioned
above is a path that is expected to allow the self-vehicle
to avoid said avoidance area by changing the momentum
of the vehicle in the middle of the avoidance line.
[0013] When there is a possibility that the self-vehicle
collides, after avoiding a solid object (which will be here-
inafter referred to as the "first solid object") existing in the
course of the self-vehicle, with another solid object (which
will be hereinafter referred to as the "second solid ob-
ject"), the driving assistance system for a vehicle accord-
ing to the present invention selects, as a candidate-avoid-
ance-line, a primary path that is expected to allow the
self-vehicle to avoid said avoidance area by changing
the momentum of the vehicle again after avoiding the
first solid object. In consequence, it is possible to set an
avoidance line along which both the first and second solid
objects can be avoided, based on the candidate-avoid-
ance-line.
[0014] Since the driving assistance system for a vehi-
cle according to the present invention designates an
avoidance line utilizing a candidate-avoidance-line se-
lected from among the primary paths, it can reduce the
load on the driving assistance system and designate an

avoidance line promptly.
[0015] The driving assistance system for a vehicle ac-
cording to the present invention may determine a plurality
of secondary paths along which the self-vehicle is pre-
dicted to travel if the momentum of the self-vehicle is
changed in the middle of said candidate-avoidance-line
and designate an avoidance line from among the plurality
of secondary paths.
[0016] With this feature, it is possible to determine an
avoidance line along which the first and second solid ob-
jects can be avoided while reducing the increase in the
load on the driving assistance system. In consequence,
a situation in which driving assistance performed to avoid
the first solid object causes the self-vehicle to collide with
the second solid object can be prevented from occurring.
[0017] The "momentum of the self-vehicle" in the con-
text of this specification is a momentum correlating with
the turning energy of the vehicle, which may be, for ex-
ample, the yaw rate or the lateral acceleration in the left-
right direction of the vehicle. When determining the plu-
rality of primary paths or the plurality of secondary paths,
the assistance means may determine, as the primary
paths or secondary paths, a plurality of paths along which
the self-vehicle is predicted to travel if the steering angle
of the vehicle is varied in the left and right directions in
predetermined angular increments. The "predetermined
angular increment" mentioned here may be equal to, for
example, the smallest angle by which the assistance
means can change the steering angle.
[0018] In the driving assistance system for a vehicle
according to the present invention, the setting means
may be adapted to set a value representing the degree
of risk for the self-vehicle in traveling through a cell
(traveling cost) for each of the cells in the grid map. In
this setting, the travel cost of the cells in the avoidance
area are to be set larger than the travel cost of the cells
in the unknown area, and the travel cost of the cells in
the unknown area are to be set larger than travel cost of
the cells in the safe area.
[0019] The driving assistance system for a vehicle ac-
cording to the present invention may set a plurality of
paths along which the self-vehicle is predicted to travel
if the steering angle of the vehicle is varied in the left and
right directions in predetermined angular increments in
the middle of the candidate-avoidance-line as secondary
paths and calculate the total travel cost or the sum of the
travel costs of all the cells that each secondary path
crosses to select the secondary path for which the total
travel cost is smallest as an avoidance line.
[0020] With this method, the secondary path along
which the probability of crossing the unknown area is
lowest among the secondary paths along which the
avoidance area can be avoided, that is, the safest sec-
ondary path is set as an avoidance line.
[0021] In the case where an avoidance line is set based
on the total travel costs of the respective secondary
paths, the driving assistance system for a vehicle accord-
ing to the present invention may exclude secondary
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paths, among the aforementioned plurality of secondary
paths, of which the length through the unknown area or
the number of times of crossing cells in the unknown area
is larger than an upper limit value from the options of the
avoidance line. The reason for this is that if a solid object
exists in the unknown area, the longer the distance
through which the self-vehicle travels the unknown area,
the higher the probability of collision of the self-vehicle
with the solid object in the unknown area is. Thus, when
a solid object that is not recognized by the recognition
means exists in the unknown area, driving assistance
that guides the self-vehicle to the unknown area is pre-
vented from being performed.
[0022] The driving assistance system for a vehicle ac-
cording to the present invention may be adapted to select
a primary path of which the arrival distance is equal to or
larger than a threshold as the candidate-avoidance-line,
from among said plurality of primary paths. The "thresh-
old" mentioned above may be, for example, a value equal
to the arrival distance that allows the self-vehicle to avoid
a collision with the solid object if the momentum of the
self-vehicle is changed by either the maximum amount
of change that the driving assistance system can control
or the maximum amount of change that the occupants
of the vehicle can allow, whichever is the smaller, plus a
margin.
[0023] In the case where the self-vehicle is to be guided
to a path along which the solid object can be avoided in
the middle of a primary path of which the arrival distance
is short, it is necessary to change the momentum of the
vehicle greatly. Then, there is a possibility that the
amount of change of the momentum needed to avoid the
solid object exceeds the range of control by the driving
assistance system or that great G-force acts on the oc-
cupants of the vehicle.
[0024] On the other hand, in the case where the self-
vehicle is to be guided to a path along which the solid
object can be avoided in the middle of a primary path of
which the arrival distance is long, the amount of change
of the momentum of the self-vehicle may be within the
range of control by the driving assistance system, and
the G-force acting on the occupants with the change of
the momentum can be kept small. Therefore, if a primary
path of which the arrival distance is equal to or longer
than a threshold is selected as a candidate-avoidance-
line, driving assistance by which the solid object can be
avoided can be performed with the G-force acting on the
occupant being kept small.
[0025] When there are a plurality of primary paths of
which the arrival distance is equal to or longer than the
threshold, the driving assistance system for a vehicle ac-
cording to the present invention may select the primary
path of which the arrival distance is longest as a candi-
date-avoidance-line. If the candidate-avoidance-line is
selected in this manner, it is possible to perform driving
assistance by which the solid object can be avoided while
minimizing the G-force acting on the occupants.
[0026] The driving assistance system for a vehicle ac-

cording to the present invention may select a primary
path of which the arrival distance is longer than the arrival
distance of an adjacent primary path by a length equal
to or larger than a predetermined length, as a candidate-
avoidance-line. The reason for this is that if secondary
paths are determined as paths starting from points in the
middle of primary paths of which the arrival distances are
substantially equal to each other, it is highly probable that
the secondary paths do not include a path along which
the solid object can be avoided. The "predetermined
length" mentioned above is a length determined in ad-
vance by an adaptation process based on, for example,
experiments.
[0027] When there are a plurality of primary paths of
which the arrival distance is equal to or larger than the
threshold, or when there are a plurality of primary paths
of which the arrival distance is longer than the arrival
distance of an adjacent primary path by a length equal
to or larger than the predetermined length, the driving
assistance system for a vehicle according to the present
invention may select the primary path of which said arrival
distance is longest among the plurality of primary paths,
as the candidate-avoidance-line. Then, driving assist-
ance by which the solid object can be avoided with further
improved reliability can be performed.
[0028] In the above-described driving assistance sys-
tem, when the number of secondary paths as options of
the avoidance line is large, the load on the driving assist-
ance system may be high and the time taken to determine
the avoidance lines may be long. In view of this, when
the difference between the arrival distance of a second-
ary path along which the self-vehicle can travel if the
steering angle of the self-vehicle is changed in the left or
right direction by a predetermined angle in the middle of
the candidate-avoidance-line and the arrival distance of
the candidate-avoidance-line is smaller than a reference
value, the driving assistance system for a vehicle accord-
ing to the present invention may be adapted not to per-
form a determination of secondary paths on the left or
right side of the candidate-avoidance-line .
[0029] For example, when the difference between the
arrival distance of a secondary path along which the self-
vehicle is predicted to travel if the steering angle of the
vehicle is changed in the left direction by a predetermined
angle in the middle of the candidate-avoidance-line and
the arrival distance of the candidate-avoidance-line is
smaller than the reference value, a determination of sec-
ondary paths is not performed in the range on the left
side of the candidate-avoidance-line, and a determina-
tion of secondary paths is performed only in the range
on the right side of the candidate-avoidance-line. On the
other hand, when the difference between the arrival dis-
tance of a secondary path along which the self-vehicle
is predicted to travel if the steering angle of the vehicle
is changed in the right direction by a predetermined angle
in the middle of the candidate-avoidance-line and the ar-
rival distance of the candidate-avoidance-line is smaller
than the reference value, a determination of secondary
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paths is not performed in the range on the right side of
the candidate-avoidance-line, and a determination of
secondary paths is performed only in the range on the
left side of the candidate-avoidance-line.
[0030] The above-described limitation of the range of
determination of secondary paths reduces the load on
the driving assistance system, enabling quick determi-
nation of an avoidance line. The "reference value" men-
tioned above is a value determined in advance by an
adaptation process based on, for example, experiments.

Effects Of The Invention

[0031] The present invention enables a driving assist-
ance system that performs driving assistance for avoid-
ing a solid object existing in the course of the self-vehicle
to perform effective driving assistance while keeping the
load on the driving assistance system low.

Brief Description Of The Drawings

[0032]

Fig. 1 is a diagram showing the configuration of a
driving assistance system for a vehicle according to
the present invention.
Fig. 2 is a diagram illustrating a method of generating
a grid map.
Fig. 3 is a diagram illustrating a method of setting an
avoidance area and a safe area.
Fig. 4 is a diagram showing an exemplary case in
which a solid object (or avoidance area) exists in the
course of the self-vehicle.
Fig. 5 is a diagram showing an exemplary case in
which no solid object (or avoidance area) exists in
the course of the self-vehicle.
Fig. 6 is a diagram illustrating a method of designat-
ing an avoidance line.
Fig. 7 is a diagram showing exemplary paths exclud-
ed from options of the avoidance line.
Fig. 8 is a diagram illustrating an exemplary case in
which the primary paths do not include an avoidance
line.
Fig. 9 is a diagram illustrating a method of determin-
ing secondary paths starting from a point in the mid-
dle of a primary path.
Fig. 10 is a diagram illustrating a method of limiting
the range in which secondary paths are set.
Fig. 11 is a diagram illustrating a method of setting
a diverging point.
Fig. 12 shows an exemplary case in which the sec-
ondary paths determined based on the diverging
point do not include an avoidance line.
Fig. 13 is a diagram showing exemplary secondary
paths determined in a case where the position of the
diverging point is shifted toward the self-vehicle.
Fig. 14 is a flow chart of the process of executing
driving assistance.

The Best Mode For Carrying Out The Invention

[0033] In the following, a specific embodiment of the
present invention will be described with reference to the
drawings. Here, an exemplary case in which the present
invention is applied to a system that recognizes a travel
path for a self-vehicle and/or a solid object that can be
an obstacle and performs driving assistance for prevent-
ing deviation from the recognized travel path and/or
avoiding a collision with the solid object. The construction
of the embodiment described in the following is an illus-
trative mode of the present invention and not intended
to limit the present invention.
[0034] Fig. 1 is a block diagram showing, on a function-
by-function basis, the configuration of a driving assist-
ance system for a vehicle to which the present invention
is applied. As shown in Fig. 1, the vehicle is equipped
with a control unit (ECU) 1 for driving assistance.
[0035] The ECU 1 is an electronic control unit having
a CPU, a ROM, a RAM, a backup RAM, and I/O interface
etc. The ECU 1 is electrically connected with various sen-
sors such as a surrounding sensing device 2, a yaw rate
sensor 3, a wheel speed sensor 4, an acceleration sensor
5, a brake sensor 6, an accelerator sensor 7, a steering
angle sensor 8, and a steering torque sensor 9. Signals
output from these sensors are input to the ECU 1.
[0036] The surrounding sensing device 2 includes, for
example, at least one measurement device selected from
among an LIDAR (Laser Imaging Detection And Rang-
ing), an LRF (Laser Range Finder), and a stereo camera.
The surrounding sensing device 2 acquires, by detection,
information about a relative position (e.g. relative dis-
tance and/or relative angle) of the self-vehicle and a solid
object existing in the surrounding of the vehicle. The sur-
rounding sensing device 2 corresponds to the recognition
means according to the present invention.
[0037] The yaw rate sensor 3 is mounted, for example,
on the body of the self-vehicle and outputs an electrical
signal correlating with the yaw rate γ of the self-vehicle.
The wheel speed sensor 4 is attached to a wheel of the
vehicle and outputs an electrical signal correlating with
the running speed of the vehicle (vehicle speed V). The
acceleration sensor 5 outputs electrical signals correlat-
ing with the acceleration of the self-vehicle in the front-
rear direction (longitudinal acceleration) and the accel-
eration of the self-vehicle in the left-right direction (lateral
acceleration).
[0038] The brake sensor 6 is attached, for example, to
a brake pedal provided in the cabin and outputs an elec-
trical signal correlating with the operation torque of (or
depression force acting on) the brake pedal. The accel-
erator sensor 7 is attached, for example, to an accelerator
pedal provided in the cabin and outputs an electrical sig-
nal correlating with the operation torque of (or depression
force acting on) the accelerator pedal. The steering angle
sensor 8 is attached, for example, to a steering rod con-
nected with a steering wheel provided in the cabin and
outputs an electrical signal correlating with the rotational
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angle of the steering wheel (steering angle) relative to a
neutral position. The steering torque sensor 9 is attached
to the steering rod and outputs an electrical signal cor-
relating with the toque (steering torque) exerted on the
steering wheel.
[0039] The ECU 1 is also connected with various de-
vices such as a buzzer 10, a display device 11, an electric
power steering (EPS) 12, and an electronically controlled
brake (ECB) 13. These devices are electrically controlled
by the ECU 1.
[0040] The buzzer 10 is provided, for example, in the
cabin to provide warning sound or the like. The display
device 11 is provided, for example, in the cabin to display
various messages and warning light. The electric power
steering (EPS) 12 is a device that assists the steering
torque of the steering wheel utilizing torque generated
by an electric motor. The electronically controlled brake
(ECB) 13 is a device that electrically adjusts the operation
oil pressure (brake oil pressure) of friction brakes provid-
ed for the respective wheels.
[0041] To control various devices using signals output
from the above-described various sensors, the ECU 1
has the following functions. The ECU 1 has a travel path
recognition part 100, a course prediction part 101, an
assistance determination part 102, a warning determina-
tion part 103, a control determination part 104, and a
control amount calculation part 105.
[0042] The travel path recognition part 100 generates
information about the road (travel path) on which the self-
vehicle will travel, on the basis of information output from
the surrounding sensing device 2. For example, the travel
path recognition part 100 generates grid coordinates rep-
resenting the positions of solid objects that can be ob-
stacles to the self-vehicle (e.g. curbstones extending on
the side of the lane, guard rails, grooves, walls, poles,
and other vehicles) in a two dimensional grid map having
an origin at the position of the self-vehicle and information
about the posture of the self-vehicle relative to such solid
objects and the lane boundaries (e.g. the distance and
yaw angle relative to them).
[0043] A method of generating the grid map will be de-
scribed with reference to Fig. 2. Fig. 2 is a grid map in a
case where the road curves to the right. The two solid
lines in Fig. 2 represent the edges of the road. These
lines are added for the purpose of illustration of the meth-
od of generating the grid map.
[0044] The travel path recognition part 100 designates
the cells in the grid map located at the positions at which
the solid objects detected by the surrounding sensing
device 2 exist as avoidance areas (the dark gray filled
areas in Fig. 2). Then, the travel path recognition part
100 designates the cells located on virtual lines connect-
ing the solid objects detected by the surrounding sensing
device 2 and the self-vehicle as safe areas (the non-filled
areas in Fig. 2). If no solid object is detected on virtual
lines connecting the drivers own vehicle and positions
delimiting the range of sensing by the surrounding sens-
ing device 2 (e.g. edges of the grid map), the travel path

recognition part 100 designates the cells located on these
virtual lines as unknown areas. Furthermore, the travel
path recognition part 100 designates the cells at blind
positions hidden by the solid objects (i.e. cells located
behind the solid objects as seen from the self-vehicle)
as unknown areas (the light gray filled areas in Fig. 2).
[0045] In the initial state of the grid map, all the cells
are designated as unknown areas. When the surrounding
sensing device 2 recognizes a solid object as shown in
Fig. 3 (for example, when radar waves emitted from the
surrounding sensing device 2 return to it as reflected
waves), the travel path recognition part 100 changes the
status of the cells at the position of a solid object B from
unknown areas to avoidance areas and changes the sta-
tus of the cells on the virtual lines connecting the avoid-
ance areas and the self-vehicle A from unknown areas
to safe areas.
[0046] When the grid map is generated according to
this method, an area(s) in which a solid object(s) may
possibly exist will not be designated as a safe area(s),
even in cases where the surrounding sensing device 2
fails to detect a solid object or in cases where there are
areas that cannot be sensed by the surrounding sensing
device 2. The travel path recognition part 100 corre-
sponds to the setting means according to the present
invention.
[0047] The course prediction part 101 predicts a route
(or course) which the self-vehicle will follow if the vehicle
runs while maintaining the present momentum. Specifi-
cally, the course prediction part 101 calculates the turning
radius R on the assumption that the self-vehicle will run
while maintaining the present vehicle speed V and the
yaw rate γ and determines the course on the basis of the
turning radius R thus calculated and the width of the self-
vehicle. The turning radius R can be calculated by divid-
ing the vehicle speed V by the yaw rate γ.
[0048] The assistance determination part 102 deter-
mines whether or not driving assistance is to be per-
formed, on the basis of the grid map generated by the
travel path recognition part 100 and the course predicted
by the course prediction part 101. Specifically, the as-
sistance determination part 102 determines whether or
not the course of the self-vehicle crosses an avoidance
area in the grid map. In this process, if as shown in Fig.
4, the course of the self-vehicle A (the solid arrow in Fig.
4) crosses an avoidance area, the assistance determi-
nation part 102 determines that it is necessary to perform
driving assistance. On the other hand, if as shown in Fig.
5, the course of the self-vehicle A (the solid arrow in Fig.
5) crosses no avoidance area, the assistance determi-
nation part 102 determines that it is not necessary to
perform driving assistance.
[0049] The warning determination part 103 warns the
driver by buzzing of the buzzer 10 and/or display of a
warning message or warning light on the display device
11, when it is determined by the assistance determination
part 102 that it is necessary to perform driving assistance.
For example, the warning determination part 103 may
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cause the buzzer 10 to buzz and/or cause the display
device 11 to display the warning message or warning
light immediately at the time when it is determined by the
assistance determination part 102 that it is necessary to
perform driving assistance. Alternatively, the warning de-
termination part 103 may cause the buzzer 10 to buzz
and/or cause the display device 11 to display the warning
message or warning light immediately at the time when
the distance between the self-vehicle and a solid object
becomes equal to or shorter than a predetermined dis-
tance. Alternatively, the warning determination part 103
may calculate the time taken for the self-vehicle A to
reach the solid object B along the path in which the dis-
tance between the self-vehicle and the solid object is
largest and cause the buzzer 10 to buzz and/or cause
the display device 11 to display the warning message or
warning light at the time when the result of the calculation
becomes equal to or shorter than a predetermined time.
[0050] The predetermined distance and the predeter-
mined time mentioned above may be changed respon-
sive to a signal output from the yaw rate sensor 3 and/or
a signal output from the wheel speed sensor 4. For ex-
ample, the predetermined distance or the predetermined
time may be set longer when the vehicle speed is high
than when it is low. The predetermined distance or the
predetermined time may be set longer when the yaw rate
is high than when it is low.
[0051] The way of warning the driver is not limited to
buzz of the buzzer 10 or display of a warning message
or warning light on the display device 11, but other meth-
ods such as intermittently changing the fastening torque
of the sheet belt may be employed.
[0052] When it is determined by the assistance deter-
mination part 102 that it is necessary to perform driving
assistance, the control determination part 104 deter-
mines the timing for automatically performing a driving
operation needed to avoid a collision of the self-vehicle
with a solid object. (This operation will be hereinafter re-
ferred to as "avoidance operation".)
[0053] Specifically, the control determination part 104
may be configured to synchronize the time at which the
avoidance operation is to be performed with the time
when the distance between the self-vehicle and the solid
object becomes equal to or smaller than a predetermined
distance. Alternatively, the control determination part 104
may be configured to calculate the time taken for the self-
vehicle to reach the solid object, and to synchronize the
time at which the avoidance operation is to be performed
with the time when the result of the calculation becomes
equal to or shorter than a predetermined time. The
"avoidance operation" mentioned here includes an op-
eration of changing the steering angle of wheels using
the electric power steering (EPS) 12, and an operation
of changing the braking force exerted on wheels using
the electronically controlled brake (EBC) 13 may also be
employed additionally.
[0054] The predetermined distance and the predeter-
mined time referred to by the control determination part

104 may be varied in relation to the vehicle speed and
the yaw rate, as with the predetermined distance and the
predetermined time referred to by the warning determi-
nation part 103 described above. The predetermined dis-
tance and the predetermined time referred to by the con-
trol determination part 104 should be set equal to or short-
er than the predetermined distance and the predeter-
mined time referred to by the warning determination part
103 described above.
[0055] When the timing for performing the avoidance
operation is determined by the control determination part
104, the control amount calculation part 105 calculates
control amounts for the electric power steering (EPS) 12
and the electronically controlled brake (ECB) 13 and con-
trols the electric power steering (EPS) 12 and the elec-
tronically controlled brake (ECB) 13 in accordance with
the control amounts thus calculated and the timing for
performing the avoidance operation determined by the
control determination part 104.
[0056] Specifically, the control amount calculation part
105 designates an avoidance line along which a collision
of the self-vehicle with the solid object can be avoided.
The method of specifying the avoidance line will be de-
scribed with reference to Figs. 6 to 13. The control
amount calculation part 105 determines a plurality of pri-
mary paths (represented by the dot-and-dash arrows in
Fig. 6) along which the self-vehicle is predicted to travel
if the steering angle of the vehicle is varied in predeter-
mined angular increments. The "predetermined angular
increment" mentioned here is equal to the smallest angle
by which the ECU 1 can control the steering angle.
[0057] The control amount calculation part 105 selects,
from among aforementioned primary paths, a primary
path that crosses no avoidance area and no unknown
area (paths Le1, Le2, and Le3 in Fig. 6) as the avoidance
line. When there are a plurality of primary paths that cross
no avoidance area and no unknown area, the control
amount calculation part 105 may select the primary path
that can be followed with the smallest change in the steer-
ing angle from the steering angle at the present time (that
is, in the case shown in Fig. 6, path Le1).
[0058] In the case where a travel cost is set for each
of the cells in the grid map, the control amount calculation
part 105 may be adapted to calculate the sum of the travel
costs of all the cells that each primary path crosses (total
travel cost) for all of the aforementioned plurality of pri-
mary paths and to select the primary path for which the
total travel cost thus calculated is the smallest. In this
process, the control amount calculation part 105 should
exclude primary paths of which the length through the
unknown area (or the number of times of crossing cells
of unknown areas) is larger than a predetermined value
from the options of the avoidance line. For example, as
shown in Fig. 7, if a solid object B existing at a fork of a
road fails to be recognized, the primary paths leading to
a collision with the solid object B (i.e. the paths repre-
sented by the dot-and-dash arrows in Fig. 7) are excluded
from the options of the avoidance line. In the case where
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there are a plurality of primary paths for which the total
travel cost is smallest, the control amount calculation part
105 may select the primary path that can be followed with
the smallest change in the steering angle from the steer-
ing angle at the present time.
[0059] The "travel cost" mentioned above is a value
set in accordance with the degree of risk in traveling
through a cell. For example, the travel cost of the cells
of avoidance area is set larger than the travel cost of the
cells of unknown area, and the travel cost of the cells of
unknown area is set larger than travel cost of the cells of
safe area. The travel cost of the cells of unknown area
may be varied in accordance with their size. For example,
the travel cost may be set larger for a larger cell than for
a smaller cell in the unknown area. This is because the
probability of the existence of a solid object in a cell is
larger in a larger cell than in a smaller cell. The travel
cost as described above may be set by the travel path
recognition part 100 in generating the grid map.
[0060] There may be a case where as avoidance lines
for avoiding a solid object (first solid object) existing in
the course of the self-vehicle, there is no other choice
than paths that may lead to a collision with another solid
object (second solid object). For example, as shown in
Fig. 8, there may be a case where all the primary paths
along which a first solid object B1 existing in the course
of the self-vehicle A (represented by the solid arrow in
Fig. 8) can be avoided (i.e. the paths represented by the
solid arrows L14, L15, and L16 in Fig. 8) do not allow
avoidance of a second solid object B2.
[0061] In the above-described case, the control
amount calculation part 105 is adapted to determine
avoidance lines along which the first and second solid
objects B1, B2 can be avoided by changing the steering
angle of the self-vehicle again in the middle of the primary
paths. In this process, if a search for avoidance lines is
performed for all of the plurality of primary paths, an ex-
cessively high computational load may be placed on the
driving assistance system and the time taken to deter-
mine the avoidance lines may become long.
[0062] In view of this, the control amount calculation
part 105 is adapted to select a primary path of which the
arrival distance is longer than a threshold and longer than
the arrival distance(s) of the adjacent primary path(s) by
a predetermined margin or more and to perform a search
for an avoidance line only for the selected primary path
(candidate-avoidance-line).
[0063] In the case where the above-described condi-
tion is set, for example, primary paths L10, L11, and L12
in Fig. 8 are excluded from the options of the candidate-
avoidance-line, because the differences between the ar-
rival distances of the primary paths L10, L11, and L12 in
Fig. 8 and the arrival distances of the respective adjacent
primary paths are smaller than the predetermined mar-
gin, and the arrival distances of primary paths L10, L11,
and L12 are shorter than the threshold. Primary path L13
in Fig. 8 is excluded from the options of the candidate-
avoidance-line, because the arrival distance thereof is

shorter than the threshold. Primary path L15 in Fig. 8 is
excluded from the options of the candidate-avoidance-
line, because the arrival distance thereof is shorter than
that of the adjacent primary path L14, though not shorter
than the threshold. Primary path L16 in Fig. 8 is excluded
from the options of the candidate-avoidance-line, be-
cause the arrival distance thereof is shorter than that of
the adjacent primary path L15, though not shorter than
the threshold. Thus, primary path L14 is selected as the
candidate-avoidance-line, in the case illustrated in Fig. 8.
[0064] Thereafter, as shown in Fig. 9, the control
amount calculation part 105 determines secondary paths
(represented by solid arrows in Fig. 9) that starts from a
diverging point (point S in Fig. 9) set in the middle of the
candidate-avoidance-line and along which the self-vehi-
cle is predicted to travel if the steering angle is varied in
the left and right directions in predetermined angular in-
crements. Then, the control amount calculation part 105
designates an avoidance line from among the plurality
of secondary paths. The method of this designation is
the same as the method of designating avoidance lines
from among the plurality of primary paths. Specifically,
the control amount calculation part 105 selects, from
among the secondary paths, a path that crosses no
avoidance area and no unknown area as the avoidance
line. In the case where a travel cost is set for each of the
cells in the grid map, the control amount calculation part
105 may be adapted to select the secondary path for
which the total travel cost thus calculated is smallest
among the aforementioned secondary paths. In this proc-
ess, the control amount calculation part 105 should ex-
clude secondary paths of which the length through the
unknown area (or the number of times of crossing cells
of unknown area) is larger than a predetermined value
from the options of the avoidance line. In the case where
there are a plurality of secondary paths that pass no
avoidance area and no unknown area or where there are
a plurality of secondary paths for which the total travel
cost is smallest, the control amount calculation part 105
may select the secondary path that can be followed with
the smallest change in the steering angle from the steer-
ing angle for the candidate-avoidance-line.
[0065] If the process for determining whether or not
the avoidance area can be avoided and the process of
calculating the total travel cost are performed for all of
the plurality of secondary paths, an excessively high
computational load may be placed on the driving assist-
ance system and the time taken to determine the avoid-
ance lines may become long.
[0066] In view of this, the control amount calculation
part 105 may be adapted to determine secondary paths
in a limited manner only on one of the left and right sides
of the candidate-avoidance-line. Specifically, as shown
in Fig. 10, the control amount calculation part 105 deter-
mines a secondary path L20 along which the self-vehicle
is predicted to travel if the steering angle is changed to
the right by a predetermined angle at the diverging point
and a secondary path L21 along which the self-vehicle
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is predicted to travel if the steering angle is changed to
the left by a predetermined angle at the diverging point.
Then, the control amount calculation part 105 calculates
an extended amount of the arrival distance by subtracting
the arrival distance of the candidate-avoidance-line (i.e.
the length of the candidate-avoidance-line from the self-
vehicle to the solid object) from the arrival distance of
each of the secondary paths L20 and L21 (equal to the
sum of the length of the candidate-avoidance-line from
the self-vehicle to the diverging point and the length of
the secondary path between the diverging point and the
solid object). In other words, the control amount calcula-
tion part 105 calculates an increase (or extended
amount) in the arrival distance of each of the secondary
paths in relation to the arrival distance of the candidate-
avoidance-line. When the extended amount in one of the
secondary paths L20 and L21 is smaller than a threshold,
the control amount calculation part 105 may do away with
a determination of secondary paths on the side same as
this secondary path.
[0067] For example, if the extended amount in the sec-
ondary path L20 is smaller than the threshold, the control
amount calculation part 105 performs a determination of
secondary paths only in a range on the left side of the
candidate-avoidance-line. On the other hand, if the ex-
tended amount in the secondary path L21 is smaller than
the threshold, the control amount calculation part 105
performs a determination of secondary paths only in a
range on the right side of the candidate-avoidance-line.
Such a limitation of the range of determination of sec-
ondary paths reduces the computational load on the driv-
ing assistance system, leading to a reduction in the time
taken until the avoidance line is determined. If the ex-
tended amounts in both the secondary lines L20 and L21
are smaller than the threshold, the control amount cal-
culation part 105 may determination of secondary paths
on both the right and left sides of the candidate-avoid-
ance-line or only on the side same as the secondary path
whose arrival distance is longer.
[0068] The aforementioned diverging point may be set
at a plurality of points arranged at regular intervals on
the candidate-avoidance-line. However, as the number
of the diverging points is increased, the computational
load on the driving assistance system becomes higher,
because it is necessary to determination of secondary
paths at every diverging point. As shown in Fig. 11, the
control amount calculation part 105 is adapted to calcu-
late lateral distances (d1, d2, d3, d4, d5, and d6 in Fig.
11) at points arranged at regular intervals (e.g. points
spaced by a constant distance or a distance which the
self-vehicle travel in a constant time) successively in or-
der in the direction away from the self-vehicle. Here, the
lateral distance refers to the distance between the can-
didate-avoidance-line and a solid object along the lateral
direction of the avoidance line. Then, the control amount
calculation part 105 sets a diverging point at a point at
which the lateral distance is longer than the lateral dis-
tance at the immediately preceding point by a length not

smaller than a specific length. The "specific length" men-
tioned here is a length equal to the sum of the shortest
lateral distance among the plurality of lateral distances
having been already calculated, error of measurement
of the surrounding sensing device 2, and a margin. For
example, at the time when lateral distance d6 is calcu-
lated as shown in Fig. 11, the specific length is the sum
of the shortest distance among lateral distances d1, d2,
d3, d4, and d5 (e.g. d5 in Fig. 11), error of measurement
of the surrounding sensing device 2, and a margin. In the
case where solid objects exist on both the left and right
sides of the candidate-avoidance-line, the control
amount calculation part 105 uses either the lateral dis-
tance on the right side of the candidate-avoidance-line
or the lateral distance on the left side of the candidate-
avoidance-line, whichever is shorter, as the aforemen-
tioned lateral distance.
[0069] In the case where a plurality of secondary paths
are determined on the basis of the above-described di-
verging point, there is a possibility that there is no sec-
ondary path along which a second solid object B2 can
be avoided, among the secondary paths. When this is
the case, the control amount calculation part 105 may
shift the position of the diverging point toward the self-
vehicle as illustrated in Fig. 13. The amount of shift ΔI in
this case can be calculated by the following equation: 

[0070] In the above equation, d is the lateral distance
calculated immediately before the calculation of the lat-
eral distance at the diverging point (e.g. d5 in Fig. 11),
and θmax is the maximum value of the steering angle
that the driving assistance system can control.
[0071] If the diverging point is shifted toward the self-
vehicle in the above-described manner, it is possible to
determine secondary paths along which the second solid
object B2 can be avoided as shown in Fig. 13. Conse-
quently, it is possible to set an avoidance line along which
the first solid object B1 and the second solid object B2
can be avoided. If the plurality of secondary paths do not
include an avoidance line, the control amount calculation
part 105 may select a candidate-avoidance-line from
among the plurality of secondary paths and determine a
plurality of tertiary paths starting from a point in the middle
of the selected candidate-avoidance-line. In other words,
the control amount calculation part 105 may execute a
process of selecting a candidate-avoidance-line, a proc-
ess of setting a diverging point, and a process of deter-
mining paths with changes in the momentum of the self-
vehicle at the diverging point repeatedly until an avoid-
ance line is found.
[0072] The above-described control amount calcula-
tion part 105 corresponds to the assistance means ac-
cording to the present invention.
[0073] With the ECU 1 configured as described above,
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driving assistance that guides the self-vehicle to an area
in which the presence/absence of a solid object is un-
known or driving assistance that guides the self-vehicle
to an area in which the self-vehicle will collide with a solid
object other than a solid object existing in the course of
the self-vehicle can be prevented from being performed
as long as possible with the increase in the computational
load on the ECU 1 being controlled.
[0074] In the following, a process of executing driving
assistance in this embodiment will be described with ref-
erence to Fig. 14. Fig. 14 is a flow chart of a processing
routine, which is stored in, for example, the ROM of the
ECU 1 and executed repeatedly by the ECU 1.
[0075] In the processing routine shown in Fig. 14, first
in step S101, the ECU 1 reads a signal output from the
surrounding sensing device 2, a signal output from the
yaw rate sensor 3 (yaw rate γ), a signal output from the
wheel speed sensor 4 (vehicle speed V), and a signal
output from the steering angle sensor 10 (steering angle
θ).
[0076] In step S102, the ECU 1 generates a grid map
on the basis of the signal output from the surrounding
sensing device 2. Specifically, the ECU 1 operates a grid
map in which the status of all the cells is set to be unknown
area to change the status of the cells at the position at
which a solid object exists into avoidance area and to
change the status of the cells located between the solid
object and the self-vehicle into safe area. The ECU 1
may further set a travel cost for each cell.
[0077] In step S103, the ECU 1 predicts (or computes)
the course of the self-vehicle on the basis of the yaw rate
γ and the vehicle speed V.
[0078] In step S104, the ECU 1 determines whether or
not a solid object exists in the course of the self-vehicle
on the basis of the grid map generated in the above step
S102 and the course predicted in the above step S103.
If the determination in step S104 is negative, the ECU 1
once terminates the execution of this routine. On the oth-
er hand, if the determination in step S104 is affirmative,
the ECU 1 proceeds to step S105.
[0079] In step S105, the ECU 1 determines primary
paths. Specifically, the ECU 1 computes a plurality of
primary paths along which the self-vehicle is predicted
to travel when the steering angle θ read in the above step
S101 is changed to the left and right in predetermined
angular increments. Furthermore, the ECU 1 may calcu-
late the total travel cost for each of the plurality of primary
paths.
[0080] In step S106, the ECU 1 determines whether or
not the plurality of primary paths obtained in the above
step S105 include an avoidance line along which the
avoidance areas and the unknown areas can be avoided.
In the case where a travel cost is set for each of the cells
in the grid map, the ECU 1 determines, in step S106,
whether or not the plurality of primary paths include a
primary path for which the total travel cost is not larger
than an allowable limit value. The "allowable limit value"
mentioned above is, for example, the possible maximum

value of the total travel cost for primary paths that do not
cross the avoidance areas and of which the length
through the unknown area (or the number of times of
crossing cells of unknown area) is not larger than an up-
per limit value.
[0081] If the determination in step S106 is affirmative,
the ECU 1 proceeds to step S107, where it determines
whether or not it is the time to perform driving assistance.
Specifically, the ECU 1 determines whether or not the
distance between the self-vehicle and a solid object is
equal to or shorter than a predetermined distance. Alter-
natively, the ECU 1 determines whether or not the time
taken for the self-vehicle to reach the solid object is equal
to or shorter than a predetermined time. If the determi-
nation in step S107 is negative, the ECU 1 once termi-
nates the execution of this routine. On the other hand, if
the determination in step S107 is affirmative, the ECU 1
proceeds to step S108.
[0082] In step S108, the ECU 1 controls the power
steering (EPS) 12 in such a way as to cause the self-
vehicle to travel along the avoidance line. More specifi-
cally, the ECU 1 controls the electric power steering
(EPS) 12 in such a way that the steering angle θ becomes
equal to the steering angle adapted to the avoidance line.
In the case where there are a plurality of primary paths
that cross no avoidance area and no unknown area, or
in the case where there are a plurality of primary paths
of which the total travel cost is not larger than the allow-
able limit value, the ECU 1 selects the primary path that
can be followed with the smallest change in the steering
angle from the steering angle θ at the present time and
controls the electric power steering (EPS) 12 according
to the steering angle adapted to the selected avoidance
line.
[0083] If the determination in step S106 is negative,
the ECU 1 proceeds to step S109. In step S109, the ECU
1 selects a candidate for avoidance line (candidate-
avoidance-line) from among the plurality of primary
paths. Specifically, the ECU 1 selects, as a candidate-
avoidance-line, a primary path of which the arrival dis-
tance is longer than a threshold and longer than the ar-
rival distance of the adjacent primary path by a predeter-
mined margin or more, from among the plurality of pri-
mary paths.
[0084] In step S110, the ECU 1 sets a diverging point
on the candidate-avoidance-line selected in the above
step S109. Specifically, the ECU 1 calculates a lateral
distance at points on the candidate-avoidance-line ar-
ranged at regular intervals in order in the direction away
from the self-vehicle. Then, the ECU 1 sets a diverging
point at a point at which the lateral distance is longer than
the lateral distance at the immediately preceding point
by a length not smaller than a specific length.
[0085] In step S111, the ECU 1 determines a plurality
of secondary paths on the basis of the diverging point
set in the above step S110. Specifically, the ECU 1 de-
termines a plurality of secondary paths along which the
self-vehicle is predicted to travel if the steering angle is
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varied in the left and right directions in predetermined
angular increments at the aforementioned diverging
point. In this process, the ECU 1 may determine second-
ary paths in a limited manner only on the right or left side
of the candidate-avoidance-line. After executing the
process of step S111, the ECU 1 executes the process
of step S106 and subsequent steps again.
[0086] Driving assistance performed in the above-de-
scribed manner enables the self-vehicle to be prevented
from colliding with a solid object even when recognition
by the surrounding sensing device 2 is unsuccessful. Fur-
thermore, in the case where there are a plurality of solid
objects around the self-vehicle, as is the case when there
is a possibility that the self-vehicle collides with a solid
object after avoiding another solid object existing in the
course of the self-vehicle, it is possible to set a complex
avoidance line along which these solid objects can be
avoided, while controlling the increase in the computa-
tional load on the ECU 1. In consequence, the safety can
be improved by driving assistance.

Description Of The Reference Numerals And Sym-
bols

[0087]

1: ECU
2: surrounding sensing device
3: yaw rate sensor
4: wheel speed sensor
5: acceleration sensor
6: brake sensor
7: accelerator sensor
8: steering angle sensor
9: steering torque sensor
10: buzzer
11: display device
12: electric power steering (EPS)
13: electronically controlled brake (ECB)
100: travel path recognition part
101: course prediction part
102: assistance determination part
103: warning determination part
104: control determination part
105: control amount calculation part

Claims

1. A driving assistance system for a vehicle comprising:

recognition means (100) configured to recog-
nize a solid object existing in the surrounding of
a self-vehicle and generating information about
a relative position of the solid object and the self-
vehicle;
setting means (101) configured to set a grid map
representing relative positions of the present lo-

cation of the self-vehicle, an avoidance area, a
safe area, and an unknown area on the basis of
the information generated by said recognition
means (100), the avoidance area being an area
in which a solid object exists, the safe area being
an area in which no solid object exists, and the
unknown area being an area in which it is not
known whether a solid object exists or not; and
assistance means (102) configured to, when the
course of the self-vehicle crosses said avoid-
ance area in the grid map set by said setting
means (101),
determine a plurality of primary paths, when said
plurality of primary paths do not include a path
along which said avoidance area can be avoid-
ed,
select a candidate-avoidance-line from among
said plurality of primary paths using an arrival
distance as a parameter,
characterised in that the assistance means
(102) are further configured to
set, as secondary paths, a plurality of paths
along which the self-vehicle can travel if the
steering angle of the self-vehicle is changed in
the left and right directions in predetermined an-
gular increments at positions along said candi-
date-avoidance-line,
designate an avoidance line from among the plu-
rality of secondary paths, and
change the momentum of the self-vehicle in
such a way that the self-vehicle travels along
the designated avoidance line, the primary
paths being paths along which the self-vehicle
can travel by changing the momentum of the
self-vehicle, the arrival distance being a dis-
tance from the self-vehicle to said avoidance ar-
ea, and the avoidance line being a path along
which the avoidance area can be avoided,
wherein when the difference between the arrival
distance of a secondary path along which the
self-vehicle can travel if the steering angle of the
self-vehicle is changed in the left or right direc-
tion by a predetermined angle at a position along
said candidate-avoidance-line and the arrival
distance of said candidate-avoidance-line is
smaller than a reference value, said assistance
means (102) does not perform a subsequent de-
termination of secondary paths on the left or right
side of said candidate-avoidance-line.

2. A driving assistance system for a vehicle according
to claim 1, wherein said assistance means (102) is
configured to select a primary path of which said ar-
rival distance is equal to or larger than a threshold
as the candidate-avoidance-line, from among said
plurality of primary paths.

3. A driving assistance system for a vehicle according
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to any one of the preceding claims, wherein said as-
sistance means (102) is configured to select a pri-
mary path of which said arrival distance is longer
than the arrival distance of an adjacent primary path
by a length equal to or larger than a predetermined
length, as the candidate-avoidance-line.

4. A driving assistance system for a vehicle according
to claim 3, wherein when there are a plurality of pri-
mary paths of which the arrival distance is equal to
or larger than the threshold, said assistance means
is configured to select the primary path of which said
arrival distance is longest, as the candidate-avoid-
ance-line.

5. A driving assistance system for a vehicle according
to claim 3, wherein when there are a plurality of pri-
mary paths of which the arrival distance is longer
than the arrival distance of an adjacent primary path
by a length equal to or larger than the predetermined
length, said assistance means (102) is configured to
select the primary path of which said arrival distance
is longest, as the candidate-avoidance-line.

Patentansprüche

1. Fahrassistenzsystem für ein Fahrzeug, umfassend:

ein Erkennungsmittel (100), das dazu ausge-
staltet ist, ein festes Objekt zu erkennen, das in
der Umgebung eines eigenen Fahrzeugs vor-
handen ist, und das Informationen über eine re-
lative Position des festen Objekts und des eige-
nen Fahrzeugs erzeugt,
ein Erstellungsmittel (101), das dazu ausgestal-
tet ist, eine Gitterkarte zu erstellen, die relative
Positionen des gegenwärtigen Orts des eigenen
Fahrzeugs, einen Vermeidungsbereich, einen
sicheren Bereich und einen unbekannten Be-
reich auf der Grundlage der durch das Erken-
nungsmittel (100) erzeugten Informationen dar-
stellt, wobei der Vermeidungsbereich ein Be-
reich ist, in dem ein festes Objekt vorhanden ist,
der sichere Bereich ein Bereich ist, in dem kein
festes Objekt vorhanden ist, und der unbekann-
te Bereich ein Bereich ist, in dem nicht bekannt
ist, ob ein festes Objekt vorhanden ist oder nicht,
und
ein Assistenzmittel (102), das dazu ausgestaltet
ist, wenn der Kurs des eigenen Fahrzeugs den
Vermeidungsbereich in der Gitterkarte kreuzt,
die durch das Erstellungsmittel (101) erstellt
wird,
mehrere primäre Pfade zu bestimmen, wenn die
mehreren primären Pfade keinen Pfad beinhal-
ten, entlang dessen der Vermeidungsbereich
vermieden werden kann,

eine Kandidaten-Vermeidungslinie aus den
mehreren primären Pfaden unter Verwendung
eines Ankunftsabstands als einen Parameter
auszuwählen,
dadurch gekennzeichnet, dass das Assis-
tenzmittel (102) ferner dazu ausgestaltet ist, als
sekundäre Pfade mehrere Pfade zu erstellen,
entlang derer das eigene Fahrzeug fahren kann,
wenn der Lenkwinkel des eigenen Fahrzeugs in
der linken und rechten Richtung in vorbestimm-
ten Winkelinkrementen an Positionen entlang
der Kandidaten-Vermeidungslinie verändert
wird,
eine Vermeidungslinie aus den mehreren se-
kundären Pfaden zu benennen, und
den Impuls des eigenen Fahrzeugs auf solche
Weise zu verändern, dass das eigene Fahrzeug
entlang der benannten Vermeidungslinie fährt,
wobei die primären Pfade Pfade sind, entlang
derer das eigene Fahrzeug durch Verändern
des Impulses des eigenen Fahrzeugs fahren
kann, wobei der Ankunftsabstand ein Abstand
von dem eigenen Fahrzeug zu dem Vermei-
dungsbereich ist und die Vermeidungslinie ein
Pfad ist, entlang dessen der Vermeidungsbe-
reich vermieden werden kann,
wobei, wenn die Differenz zwischen dem An-
kunftsabstand eines sekundären Pfades, ent-
lang dessen das eigene Fahrzeug fahren kann,
wenn der Lenkwinkel des eigenen Fahrzeugs in
der linken oder rechten Richtung um einen vor-
bestimmten Winkel an einer Position entlang der
Kandidaten-Vermeidungslinie verändert wird,
und dem Ankunftsabstand der Kandidaten-Ver-
meidungslinie kleiner als ein Referenzwert ist,
das Assistenzmittel (102) keine nachfolgende
Bestimmung von sekundären Pfaden auf der lin-
ken oder rechten Seite der Kandidaten-Vermei-
dungslinie vornimmt.

2. Fahrassistenzsystem für ein Fahrzeug nach An-
spruch 1, wobei das Assistenzmittel (102) dazu aus-
gestaltet ist, aus den mehreren primären Pfaden ei-
nen primären Pfad, dessen Ankunftsabstand gleich
oder größer als eine Schwelle ist, als die Kandidaten-
Vermeidungslinie auszuwählen.

3. Fahrassistenzsystem für ein Fahrzeug nach einem
der vorhergehenden Ansprüche, wobei das Assis-
tenzmittel (102) dazu ausgestaltet ist, einen primä-
ren Pfad, dessen Ankunftsabstand um eine Länge,
die gleich oder größer als eine vorbestimmte Länge
ist, länger als der Ankunftsabstand eines benach-
barten primären Pfads ist, als die Kandidaten-Ver-
meidungslinie auszuwählen.

4. Fahrassistenzsystem für ein Fahrzeug nach An-
spruch 3, wobei, wenn mehrere primäre Pfade vor-
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handen sind, deren Ankunftsabstand gleich oder
größer als die Schwelle ist, das Assistenzmittel dazu
ausgestaltet ist, den primären Pfad als die Kandida-
ten-Vermeidungslinie auszuwählen, dessen An-
kunftsabstand der längste ist.

5. Fahrassistenzsystem für ein Fahrzeug nach An-
spruch 3, wobei, wenn mehrere primäre Pfade vor-
handen sind, deren Ankunftsabstand um eine Län-
ge, die gleich oder größer als die vorbestimmte Län-
ge ist, länger als der Ankunftsabstand eines benach-
barten primären Pfads ist, das Assistenzmittel (102)
dazu ausgestaltet ist, den primären Pfad als die Kan-
didaten-Vermeidungslinie auszuwählen, dessen
Ankunftsabstand der längste ist.

Revendications

1. Système d’assistance à la conduite pour un véhicule
comprenant :

des moyens de reconnaissance (100) configu-
rés pour reconnaître un objet solide existant
dans l’entourage d’un propre véhicule et qui gé-
nèrent de l’information concernant une position
relative de l’objet solide et du propre véhicule ;
des moyens d’établissement (101) configurés
pour établir une carte de grille représentant des
positions relatives de l’emplacement présent du
propre véhicule, d’une zone à éviter, d’une zone
de sécurité, et d’une zone inconnue sur la base
de l’information générée par lesdits moyens de
reconnaissance (100), la zone à éviter étant une
zone dans laquelle un objet solide existe, la zone
de sécurité étant une zone dans laquelle aucun
objet solide n’existe, et la zone inconnue étant
une zone dans laquelle on ne sait pas si un objet
solide existe ou non ; et
des moyens d’assistance (102) configurés pour,
quand la trajectoire du propre véhicule croise
ladite zone à éviter dans la carte de grille établie
par lesdits moyens d’établissement (101),
déterminer une pluralité de passages princi-
paux, quand ladite pluralité de passages princi-
paux ne comprend pas un passage le long du-
quel ladite zone à éviter peut être évitée,
sélectionner une ligne d’évitement candidate
parmi ladite pluralité de passages principaux en
utilisant une distance d’arrivée comme paramè-
tre,
caractérisé en ce que lesdits moyens d’assis-
tance (102) sont en outre configurés pour établir,
comme passages secondaires, une pluralité de
passages le long desquels le propre véhicule
peut se déplacer si l’angle de braquage du pro-
pre véhicule est changé dans les directions gau-
che et droite dans des incréments angulaires

prédéterminés dans des positions le long de la-
dite ligne d’évitement candidate,
désigner une ligne d’évitement parmi la pluralité
de passages secondaires, et
changez le mouvement du propre véhicule
d’une manière telle que le propre véhicule se
déplace le long de la ligne d’évitement désignée,
les passages principaux étant des passages le
long desquels le propre véhicule peut se dépla-
cer en changeant le mouvement du propre vé-
hicule, la distance d’arrivée étant une distance
depuis le propre véhicule jusqu’à ladite zone à
éviter, et la ligne d’évitement étant un passage
le long duquel la zone à éviter peut être évitée,
dans lequel, quand la différence entre la distan-
ce d’arrivée d’un passage secondaire le long du-
quel le propre véhicule peut se déplacer si l’an-
gle de braquage du propre véhicule est changé
dans la direction gauche ou droite d’un angle
prédéterminé dans une position le long de ladite
ligne d’évitement candidate et la distance d’ar-
rivée de ladite ligne d’évitement candidate est
inférieure à une valeur de référence, lesdits
moyens d’assistance (102) ne réalisent pas une
détermination consécutive de passages secon-
daires sur le côté gauche ou droite de ladite ligne
d’évitement candidate.

2. Système d’assistance à la conduite pour un véhicule
selon la revendication 1, dans lequel lesdits moyens
d’assistance (102) sont configurés pour sélectionner
un passage principal dont ladite distance d’arrivée
est égale ou supérieure à un seuil comme ligne d’évi-
tement candidate, parmi ladite pluralité de passages
principaux.

3. Système d’assistance à la conduite pour un véhicule
selon l’une quelconque des revendications précé-
dentes, dans lequel lesdits moyens d’assistance
(102) sont configurés pour sélectionner un passage
principal dont ladite distance d’arrivée est plus lon-
gue que la distance d’arrivée d’un passage principal
adjacent d’une longueur égale ou supérieure à une
longueur prédéterminée, comme ligne d’évitement
candidate.

4. Système d’assistance à la conduite pour un véhicule
selon la revendication 3, dans lequel, quand il y a
une pluralité de passages principaux dont la distance
d’arrivée est égale ou supérieure au seuil, lesdits
moyens d’assistance sont configurés pour sélection-
ner le passage principal dont ladite distance d’arri-
vée est la plus longue, comme ligne d’évitement can-
didate.

5. Système d’assistance à la conduite pour un véhicule
selon la revendication 3, dans lequel, quand il y a
une pluralité de passages principaux dont la distance
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d’arrivée est plus longue que la distance d’arrivée
d’un passage principal adjacent d’une longueur éga-
le ou supérieure à la longueur prédéterminée, lesdits
moyens d’assistance (102) sont configurés pour sé-
lectionner le passage principal dont ladite distance
d’arrivée est la plus longue, comme ligne d’évitement
candidate.
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